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Abstract 
Islands are attractive to researchers because they are detached, self-contained 
entities with obvious boundaries. From a geographers’ perspective, this has long 
been recognised as a distinct advantage, with islands effectively ‘functioning as 
small-scale spatial laboratories where theories can be tested and processes 
observed in the setting of a semi-closed system’ (King, 1993). However, one 
relatively unexplored island research area concerns the development of transport, 
and the growth of car-borne mobility worldwide.  
This paper therefore examines the influence of the car in 45 small island 
development states – as defined by the United Nations - from 14 different regions 
using a simple linear multiple least squares regression analysis. Under this cross 
sectional process, car mobility was tested against factors including gross domestic 
product, population, vehicle ownership, road length, and urbanisation, data for which 
was obtained from a range of primary and secondary sources.  
Overall, the analysis showed a strong relationship between increased mobility and 
increased GDP, while other factors which appeared to be important included 
population density and vehicles per road length. Various linear regression methods 
gave similar but slightly different results and these are explained more fully in the 
text. 
Introduction 
Car use – and the economic, social and environmental impact that this activity 
generates - is rapidly increasing in countries across the world. While much of this 
expansion is occurring in richer nations, growth in many poorer nations is also taking 
place and in many cases is becoming increasingly problematic.  
Key characteristics of small island developing states 
Islands are attractive to researchers because they are detached, self-contained 
entities with obvious boundaries. From a geographers’ perspective, this has long 
been recognised as a distinct advantage, with islands effectively ‘functioning as 
small-scale spatial laboratories where theories can be tested and processes 
observed in the setting of a semi-closed system’ (King, 1993 and McCall, 1994). 
However from the perspective of the policy maker on a small island developing state, 
this is a distinct disadvantage as these ‘microcosms’ already face many of the 
problems faced by more developed countries, but with less time, experience and 
resources to come up with a solution before the situation becomes critical - due to 
the faster growth of population and the economy (Gakenheimer, 1999), coupled with 
a lack of space.  
Although worldwide there are nearly 2000 ‘significant’ islands of which only some are 
inhabited (UN, 1998), obtaining data for these would be problematic to say the least 
and so the focus of this paper has been to look exclusively at the 45 so-called Small 
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Island Developing States (SIDS) as defined by the United Nations (UN, 2003b). It 
should be noted that this list includes not only ‘islands’, but also ‘low-lying coastal 
countries that share similar sustainable development challenges, including small 
population, lack of resources, remoteness, susceptibility to natural disasters, 
excessive dependence on international trade and vulnerability to global 
developments. In addition, they suffer from lack of economies of scale, high 
transportation and communication costs, and costly public administration and 
infrastructure’.  
SIDS have a combination of economic, social/cultural, geographic, climatic and 
environmental characteristics that distinguish them from larger and landlocked 
developing countries (Lockhart et al, 1993; Kakazu, 1994; Weisser, 2004). The 
interaction of these island-specific attributes generates a set of development 
problems that are often very different from those faced by larger countries’. In 
particular, intrinsic economic constraints have considerable influence on the 
economic structure and performance of an island. The most obvious limitation that 
SIDS have to endure relates to their geographic parameters of smallness and 
remoteness, as well as the acute outward-looking economic orientation. The 
combined influences can cause significant economic vulnerability and an inability to 
pursue economic development without substantial economic support. Finally, the 
smallness of SIDS leads to limited capacities both in terms of production and 
consumption. They are rarely in a position to develop economies of scale and cannot 
create substantial internal markets, as well as unable to raise large amounts of 
capital/finance on the home market. In many of these islands there is strong reliance 
on both aid and external remittances. These characteristics are summarised in Box 
1. 
Small size 
Limited natural resource base, high competition between land use, intensity of land use, 
immediacy of interdependence in human-environment systems, spatial concentration of 
productive assets. 
Insularity and remoteness 
High external transport costs, time delays and high costs in accessing external goods, delays 
and reduced quality in information flows, geopolitically weakened. 
Demographic factors 
Limited human resource base, small population, rapid population changes, single urban 
centre, population concentrated on coastal zone, dis-economies of scale leading to high per 
capita costs for infrastructure and services. 
Economic factors 
Small economies, dependence on external finance, small internal market, dependence on 
natural resources, high specialisation of production. 
Box 1: Intrinsic vulnerabilities in SIDS adapted from sources: Pelling and Uitto 
(2001), Lockhart et al (1993), Conway (1998) and Slade (1999). 
Pelling and Uitto (2001) disaggregates its modified SIDS list into four island regions 
that share physical and cultural/historical commonalities, although it is also noted that 
there are still differences in political orientation, economic development, population 
size and land area. The groups were the Caribbean, Pacific, Indian Ocean and West 
African groups, while a European group of Malta and Cyprus was excluded. In this 
work we attempt to find commonalities based on transport trends and practices. 
Island specific issues are too diverse to adequately summarise here, thus here only 
land transport issues are addressed. 
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Factors affecting vehicle use 
More broadly, there have been a number of studies looking at factors affecting car 
use across a range of countries. For instance, in a longitudinal review of cars and 
usage from 1958 to 1980 and for 19 (developed) countries, Tanner (1983) finds that 
‘among the clearest and strongest influences are those of income levels on the 
number of cars, and of petrol prices on the sizes of cars and hence how much petrol 
they use.’ 
More directly relevant – in that it focuses on less developed countries - Button et al 
(1993) reviews vehicle ownership and use and finds that once again there is a strong 
relationship between car ownership and the rate of economic growth and that fuel 
price and income are important influences on fuel in the short term. More notably, it 
models vehicle ownership and use in low income countries, but specifically leaves 
out small island states as ‘special circumstances may influence underlying causal 
relationships’. The paper concludes that at the national level the main independent 
variable influencing ownership is income, while additional variables include the price 
of fuel, the level of urbanisation and the degree of industrialisation. Car use depends 
primarily on the level of vehicle ownership, followed by income, the price of fuel, the 
degree of urbanisation and the extent of the road network. 
Gakenheimer (1999) reports that car ownership correlated with the top 20% of 
income earners in developing countries, and also to the percentage of the population 
in urban areas. It adds that other economic indicators perform very poorly – e.g. 
private consumption, industrial production, openness of the economy etc. 
Transport in SIDS 
Combining the strands of research into SIDS and factors influencing car use, it can 
be seen that research on transport in small island developing states is relatively 
scarce, and that which does exist tends to be of two types. First, there is some 
material conducted on the relationships between SIDS and the rest of the world. For 
instance, Hoyle (1999) reports on how maritime transport affects the interactions 
between islands in the Indian Ocean and East Africa, while there is also a body of 
work connecting SIDS and air transport, economic, environmental and social impacts 
(e.g. Ruwantissa, 1999). 
Second, there are several studies conducted on individual islands or groups of 
islands – e.g. Enoch (2003) investigates transport in Mauritius, Enoch et al (2004) 
reports on transport policy and emissions in Cuba, while Attard (2005) draws 
attention to the Maltese transport situation. In addition, there is also a whole raft of 
articles referring to transport policy in Singapore (e.g. Willoughby, 2001), which is 
partly due to the unique use of road user charging employed there. 
However, none of the literature appears to have looked at SIDS as an entity in order 
to explore the effect of a range of variables on levels of car use.  
Methodology  
Consequently, a small islands data set (of the 45 SIDS – see Appendix for full list) 
was constructed and then analysed using a range of linear multiple least squared 
regression methods.  
All data was for the year 2002; if this was not available then data from the nearest 
previous year was substituted. Some values were not obtained for certain items and 
these are noted in the text where appropriate (see Appendix for an excerpt of the 
data). Table 1 links the explanatory variables with the key characteristics of SIDS 
reported in Box 1, and references the data sources used. 
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Table 1: Data set used for multiple regression analysis 
Variable name (units) Variable type Source 
Apparent mobility (km /yr-
person)* 
N/A (dependent) US Dept. of Energy (Energy 
Information Administration, 2003)* 
population (persons) Demographic SIDS Pocketbook (UN, 2003a) 
area (km2) Small size SIDS Pocketbook (UN, 2003a) 
isolation index (index) Remoteness Island Directory (UN, 1998) 
urban population (%)  Demographic SIDS Pocketbook (UN, 2003a) 
population density 
(pers/km2) 
Small size; 
Demographic 
Derived from above. 
GDP ($/capita) Economic SIDS Pocketbook (UN, 2003a) and CIA 
World Fact Book (CIA, 2003) 
roads (km) Small size IRF World Road Statistics (IRF, 2003) 
and some Europa Handbook values 
Vehicles/1000 persons Economic IRF World Road Statistics (IRF, 2003) 
Vehicles/km road Economic/Small 
size 
Derived from above. 
CO2/capita 
(tonnes/person)** 
Economic SIDS Pocketbook (UN, 2003a) 
fuel price, diesel and petrol 
(US ¢/litre) 
Economic GTZ (Metschies, 2003) and other web 
sources, see appendix for listing 
*Notes: mobility was derived from apparent consumption of both gasoline and fuel oils; the full method is 
given in the text. **Emissions was not utilised in the regression set. 
Of the initial 45 SIDS, Niue and Tokelau were not analysed due either to size effects 
and/or to a lack of data, while the US Virgin Islands, Aruba, Netherlands Antilles and 
Cyprus were removed following the first round of analysis due to outlier effects. In 
particular, the total apparent consumption of diesel and petrol was very high for these 
countries and it was not clear what portion of it was due to transport. However some 
of these islands were analysed with respect to wealth and mobility trends in the later 
statistical analysis. Data (IEA, 2005) gave lower mobilities since it only considered 
fuels used for road transport; the data set was smaller, and is not presented here. 
To derive mobility values, which form the dependent variable for the regression 
analysis, the paper draws mainly on oil per diem usage as the main energy source 
data (US, DOE, 2003), supplemented by data from SPREP (2002) for Palau, 
Marshall Islands, Nauru and Kiribati.  
This fuel use data was then converted into the mobility values by following a basic 
form of ASIF modelling (Activity, Structure, Intensity, Fuel type) where A - (passenger 
and freight travel), S - (travel shares by mode and vehicle type), I - (fuel efficiency) 
and F fuel use by fuel type (and CO2 emissions per unit fuel use). ASIF is based on 
the work of Schipper and Marie-Lilluiu (1999) – see Box 2. 
Box 2: The ‘ASIF’ calculation process for apparent mobility 
Specifically, the liquid road fuels were converted into vehicle miles travelled by 
assuming a fixed fuel consumption value of 20 mpg (8.6 km/litre), a value which has 
remained remarkably consistent for many years across the world (Heavenrich, 2005; 
Padam & Singh, 2005; and Wright & Fulton, 2005). The vehicle miles travelled were 
Barrels of fuel consumed per day ?Tonnes of fuel consumed per year ? Energy consumed per year 
? Litres of fuel available ? Avg. fuel economy ≈ Total potential kilometres for travel.  
Diesel and Petrol vehicle kilometres are then summed and divided by the resident population.  
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lastly divided by the national populations in each case to yield a motorised mobility 
value in km/inhabitant (as an annual value for 2002). This value is termed ‘apparent 
mobility’ in this study (as the fuel data utilised is the ‘apparent consumption’).  
On the determination of the dependent variable, a range of linear multiple least 
squared regression analysis models - forward, simultaneous, stepwise and backward 
methods - were applied (ANOVA) to the data set in extracted from Table 1. For a 
fuller description of the methods used (Brace et al, 2000) gives an overview.  
Results 
The findings are reported in Table 2. From this it can be seen that all methods 
yielded a significant model (see column 2, top row), although there were subtle 
differences with a range of significant predicting variables from 3 to 6 dependent on 
method (column 1). The standardised coefficients are listed in column 2 (see β) with 
significance values in Column 3. In all cases, the number of cases analysed was 38, 
with missing data values for 3 items in the number of vehicles category and 5 in the 
diesel fuel price category. Thus, the final matrix consisted of 410 data items. 
Collinearity diagnostics for all the methods detected tolerance values between 0.144 
– 0.244, thus the relationships between variables analysed was deemed negligible 
(not shown).  
Table 2: Results of regression, reported by method utilised 
Method: Simultaneous 
Variable (2)  
F 12,22 = 12.22 
Β 
R2 adj. 0.75 
Sig. p < 0.000  
GDP 0.567 0.014 
Vehicles/road length 0.437 0.079 not sig. 
Population density -0.333 0.050 
 
Method: Forward or 
Stepwise 
Variable (2) 
F 2,32 = 45.45 
Β 
R2 adj. 0.72 
Sig. p < 0.000  
GDP 0.806 0.000 
Vehicles/1000 inhab. 0.240 0.048 
 
Method: Backward 
Variable (6)  
F 6,28 = 22.8 
Β 
R2 adj. 0.794 
Sig. p < 0.000 
GDP 0.585 0.002 
Vehicles/road length 0.491 0.005 
Population density -0.342 0.007 
Urban population 0.210 0.047 
Surface area 0.185 0.044 
Population -0.187 0.052 
 
GDP is the strongest factor, but in some methods population density and vehicles per 
road length or vehicles/1000 inhabitants were also strong indicators for apparent 
mobility. From this analysis it was also possible to extract some useful trends and 
plots based on the data. 
Overall, the regression models show that GDP remains as the most useful single 
indicator (β ~ 0.7), while vehicles/road length (β ~ 0.4) and population density (β ~ -
0.4) contributed significantly to the model. The first of these was a composite variable 
which was designed to indicate a very rough proxy of congestion. The second 
variable gives a measure of the impact of space and is notable because the 
relationship is negative – i.e. mobility is less in more densely populated areas. In the 
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backwards method, population also gives a negative correlation for similar reasons to 
population density. It is noteworthy that the backwards method, which only adds 
variables if the model improves in significance, ultimately identifies a full 6 factors of 
the 11 employed. In all cases the isolation index value was found to be insignificant. 
Figure 1 depicts the relationship of mobility as a function of wealth, which clearly 
increases linearly. Specific cases are labelled. Data from lower income-lower mobility 
is shown as an expanded inset for clarity. Cases are labelled using the ISO 
convention for three letter country codes (see appendix for codes). 
 
 
 
Figure 1: Apparent mobility (km/yr-person) as a function of GDP ($/person).   
Note that the majority of cases lie in the lower and lower-middle income-mobility zone 
and that high mobility outliers (including US Virgin Islands and NL Antilles), are 
excluded due to their very high apparent mobility values, which were deemed to be 
incorrect (> 40,000km/yr). This was most likely due to the high use of fuel in these 
cases for transport not considered here (i.e. agriculturally related, marine, stationary 
devices, etc). Other (mobility) outliers included Nauru, Cyprus and Aruba; only NRU 
is visible on this plot. The plot includes the best fit linear trend line. 
Once these outliers have been removed, the R2 (adjusted) was 0.75 for a best fit line. 
Trends dependent on GDP were also observed for the motorisation levels as well as 
vehicles per road length (see Figure 2) and thus (total) CO2 emissions/person. Many 
of the SIDS fall below the best fit line especially for those with the lowest incomes. 
Single linear trends for mobility, motorisation levels, vehicles/road length as a 
function of either urbanisation or population density resulted in very poorly correlated 
trends and these are not presented here. 
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Figure 2: Vehicles per road length (units/km) as a function of GDP ($/person). 
Figure 2 depicts the composite variable vehicles/road length for each islands case 
dependent on the island GDP. Similar linear trends were observed for motorisation 
as a function of wealth (R2 ~0.5) where as Figure 2 was R2 ~ 0.4. The composite 
function gives information about vehicle stocks as well as some indication of road 
network, especially when coupled with island size. As in Figure 1, an inset (above) 
has been produced here for clarity as many countries lie within the low motorisation 
(<50 veh/km) and lower-middle to upper-middle income region. 
Discussion 
The study shows that GDP is the strongest factor, and that vehicles stocks were also 
strong, secondary indicators for apparent mobility has been echoed by others 
(Gakehiemer, 1999, Button et al, 1993, Schafer et al 2000), albeit for non-island 
cases. 
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The adjusted the R2 of 0.75 relating mobility to GDP alone is slightly higher than that 
reported by Gakenheimer (1999), which instead found that motorisation was 
correlated with average annual income of top 20% of the population.  The one 
method (backwards) where urban population was significant in the modelling 
supports that study’s trend which shows that motorisation is positively correlated to 
urbanisation for 12 low income countries. However, the more strongly negative 
correlation between population density (which could also be an approximation for 
urbanisation) and mobility seem to balance this result to some degree. The increased 
density (or urbanisation level) indicate that within highly populated areas that 
motorised mobility tends to fall. This matches work by Kenworthy and Laube (1999) 
even though that study focussed more on mobility in cities, and used quite different 
indicators for urbanisation. Car ownership was also found to be a function of 
increased urban density for the year 1990. In general they found that transit 
passenger mobility, car use per capita and urban density (in that order) correlated 
with gross regional product for developed cities, but less well for all cities (i.e. 
developed plus developing).  
Also, whereas fuel prices are reported as being a key indicator of car use in Button et 
al (1993), they do not appear to be significant in the analysed SIDS dataset. There 
are probably multiple reasons for this but in part this could be due to the cross 
sectional approach combined with the relatively poor quality of the data.  
In attempting to determine whether the particular SIDS-specific characteristics have 
an impact on ‘internal’ travel patterns, it could be argued that the negative mobility - 
population density relationship indicates that ‘smallness’ does significantly impact on 
mobility patterns. A second measure of smallness – road length – only becomes 
significant when combined with the number of vehicles to form a composite variable 
Second, the remoteness (as measured by the isolation index which ‘measures’ 
purely distance-based isolation) suggests that in the case of the SIDS, no effect on 
motorised mobility in this study could be observed. Clearly there are arguments 
against this theory. For example Abeyratne (1999) points out some of the 
consequences of those SIDS which have extensive air transport networks and one 
would expect that SIDS with high air links might have higher apparent mobilities. This 
work could not easily though link isolation values with mobility, but further work 
should consider air connectivity and subsequent impacts. 
Looking at the demographic factors, the relationships revealed here show positive 
correlations with vehicles per road km, or vehicles per 1000 inhabitants, and then 
urban population and weakly with surface area of the island. This is an indication of 
both the importance of transport stocks, such as vehicles, but also to access to these 
vehicles and affordability of fuel and transport costs. A measure of this which was not 
assessed should include overall costs of transport to users. This could be in real cost 
terms, or by a proxy such as percentage of GDP due to transport. As before this 
might be skewed by air transport in some instances, so annual road expenditures per 
capita may be better for determination of mobility on SIDS. Although not necessarily 
demographic an inclusion of public transport, when available, would also be 
recommended to give a fuller picture of individual mobility.   
Finally, it would seem that economic performance (as measured by GDP) is the 
dominant explanatory factor of motorised mobility, and it is even more strongly 
correlated than elsewhere in the world. Other than GDP, the only other economic 
indicator of note is vehicles per road length or vehicles per 1000 people – the rest are 
much less significant, but they provide some useful insights. 
Regarding limitations to this work there are two areas in particular worthy of 
comment. These are outlined in the paragraphs. 
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The first of these is in determining the dependent variable. In particular, there is an 
issue of too much fuel being converted into apparent mobility as a certain amount of 
fuels are held as stocks, while distillate fuel oil covers a broad range of uses such as 
agricultural machinery, but was assumed that road transport used the majority of this 
fuel. On the other hand, the apparent mobility value does not account for average 
vehicle occupancies – which are very difficult to obtain for most countries examined 
here. Therefore, an occupancy of one person per vehicle was assumed, which is 
obviously much lower than the actual persons/trip made, and so in this way the 
apparent mobility values calculated will be lower than the actual values. It should also 
be noted that the values do not count human-powered mobility such as walking and 
cycling, nor air and sea travel, although it is recognised that these may be significant. 
Certainly in the case of island nations sea travel may be very significant, especially 
for nations which are many islands. 
The second issue concerns the use of a simplistic model. Here it is argued that the 
low quality of the data suggests that using more sophisticated techniques would add 
little to the usefulness of the results, although the use of per capita based variables 
does reduce potential problems of heteroscedacity which accompany the wide 
variations in countries’ populations, as well as the large spread in GDP (Button et al, 
1993). What might be more useful in this respect would be to add, for example, 
another 40-50 islands worth of data in order to increase confidence in the data set. A 
larger set might also allow the possibility to ‘cut’ the set into more segments, either 
based on GDP, or via geographical basis. Others address this issue by only 
implementing the higher band of individuals countries GDP (Gakenheimer, 1999) on 
the premise that those persons earning more have greater access to travel, and thus 
are more mobile. It is difficult to ascertain whether this follows for developing 
countries as previous work has tended to be directed more at developed countries.  
To follow this through, a summary table of mean values is given based on the income 
band of the SIDS as analysed by this study. Table 3 gives the mean wealth and 
mobility for each of the conventional UN designated income bands. In this calculation 
only those countries listed below are analysed, due to the reasons discussed earlier. 
 Table 3: Aggregate average values of wealth and mobility for SIDS and world 
data sets, by income band, deviations shown in brackets 
 Lower Lower 
Middle  
Upper 
Middle 
Highest  All cases 
Mean mobility 
(SIDS)  
179  
(112) 
1372 
(1402) 
2126 
(1526) 
5322 
(1855) 
1949 
(2051) 
Mean mobility 
(world) 
544 
(709) 
2561 
(4921) 
6089 
(6003) 
13,589 
(11,777) 
5557 
(8728) 
Mean wealth 
(GDP, SIDS) 
424  
(194) 
1934  
(656) 
6087 
(2062) 
16,187 
(6862) 
4876 
(5820) 
Mean wealth 
(GDP, world) 
395 
(204) 
1640 
(604) 
5362 
(1584) 
23,854 
(9026) 
7854 
(10,855) 
Cases (SIDS) 7a 17b 11c 6d 41 
Cases (World) 47 50 30 46 173 
Notes: (a) includes GNB, COM, STP, HTI, KIR, PNG, SLB. (b) includes GUY, VUT, CPV, TON, TUV,   
WSM, MDV, MHL, VCT, SUR, FJI, FSM, DOM, NRU, CUB, JAM, BLZ. ( c ): DMA, MUS, COK, GRD,     
LCA, PLW, KNA, TTO, SYC, MLT, BRB. (d): ATG, CYP, BHR, BHS, SGP, ABW.                 
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The world mobility values are as expected higher than those for SIDS due to the 
predominance of higher incomes throughout the set of data for the world used by the 
US DoE. Nevertheless the world data set may be of use to compare to other sets; 
note that the world set does not includes the SIDS data within it as a subset. It is very 
interesting, and perhaps surprising, that in lower to upper middle income bands that 
the SIDS considered are indeed marginally wealthier than their world comparison 
counterparts, but yet, their mobility values seem to indicate that they are mobility 
constrained. The deviations for the wealth indicate that in reality, the SIDS probably 
have similar global incomes. The interquartile ranges, medians, and other indicators 
are not reported here for brevity. In the case of the SIDS’ mobility deviation values, 
these were obviously high due to the data set not being fully coherent. For example 
note that the mobility values had much larger deviation values when compared to the 
GDP deviations. Nor is the full data set of countries examined in the world (173) 
shown, but is essentially that used by the US E.I.A. (2002) as described in Table1.  
Overall what one can extrapolate from the data is that the small islands have mobility 
values which are 1.9X – 3X lower than world values for all income bands, and as an 
aggregated sub-set, despite the fact that the GDP is the same for the other world 
countries’ bands. The full set of 41 cases for small islands is indeed less wealthy by a 
factor of 1.6X and less travelled by 2.9X. That set, of 41, had a stronger correlation in 
trendline for mobility as function of wealth (R2 ~0.52) versus that found for the world 
set (R2 ~0.4) but this is probably explained in the very wide variation found in such a 
large world set (173 cases). Further work looking at each income band in the world 
set and the SIDS set would be useful. The world set also contains a large number of 
island nations, not part of the SIDS, which could effectively be separated out and 
analysed either as another sub-set or alongside of the SIDS if appropriate.  
Conclusions 
In summary, this study found that mobility was significantly lower for small island 
developing states by a factor of nearly 2X up to 3X, when compared to a much larger 
set of data for world countries. This was found to be true for all income bands as well 
when disaggregated. Wealth, as measured by GDP, was observed to be only slightly 
higher than the world averages for incomes bands at the lower end of the spectrum, 
but they were lower in aggregate, and for the highest income band. It could be 
argued that GDP may not be the best indicator of motorisation and apparent mobility 
in SIDS, and for other world nations. This study found positive correlations for income 
and vehicle stocks, with some weak correlation for surface area (smallness), 
population (inversely), and urbanisation level. Population density was slightly more 
correlated (inversely) and it would be necessary to review which ‘drivers’ of island 
mobility are most useful for transport policy. These measures could be applied both 
in an external context, in comparison to other countries, but also in more systemic, 
nissologic framework.  
If these conclusions are applied to policy, it can be envisioned that in some cases it 
may seem that continued economic growth might inevitably lead to increased car 
dependency but in fact that is not necessarily the outcome. One example case 
studied here, Singapore, has low motorised mobility values, due to its high use of 
public transport structure and high densities (Kenworthy and Laube, 1999). Clearly it 
is a wealthier case, and there is most likely a demand for increased mobility in many 
of the other less wealthy SIDS. Transport policies in the cases of SIDS need to take 
into account the nature and characteristics of each island, or group of islands, in 
order to increase efficiencies and lower energy use.  With respect to this, in many 
SIDS energy expenditure, and thus transport fuels, represents a large portion of GDP 
(Stuart, 2006) and thus policy should be aimed at both increasing efficiency as well 
as a strong consideration towards which policies are the most sustainable.     
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Appendix 
Table A1: Selected data used as indicators; see Table 1 for sources. 
Country Code GDP Veh/km CO2/cap Derv Petrol Mob. Iso.Indx 
Antigua and Barbuda ATG 10204 96.9 5.18 62 62 4,311 41 
Aruba ABW 28000 64.8 17.33  NA 84 4,685 18 
Bahamas BHS 14856 32.9 5.58  NA  66 5,738 39 
Bahrain BHR 12012 71.3 22.39 19 27 2,684 13 
Barbados BRB 9255 45.1 3.34 53 66 3,154 46 
Belize BLZ 3123 9.2 1.64 80 120 1,649 1 
Cape Verde CPV 1259 13.1 0.27 81 140 349 55 
Comoros COM 278 8.8 0.09  NA  181 73 49 
Cook Islands COK 4388 1.9 1.10 79 82 1,751 106 
Cuba CUB 2545 8.0 2.23 45 90 390 33 
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Country (cont’d) Code GDP Veh/km CO2/cap Derv Petrol Mob. Iso.Indx 
Cyprus CYP 11504 28.1 6.88 44 83 8,016 27 
Dominica DMA 3367 15.4 1.16 55 31 667 4 
Dominican Republic DOM 2500 63.8 1.53 27 49 1,977 20 
Fiji FJI 2046 35.2 0.91 73 91 533 88 
Grenada GRD 4682 18.8 1.95 41 54 828 34 
Guinea-Bissau GNB 174 1.7 0.18 56 66 155 1 
Guyana GUY 936 1.6 1.34 27 31 2,433 1 
Haiti HTI 431 39.0 0.17 30 54 36 20 
Jamaica JAM 2990 11.9 4.09 44 52 1,667 50 
Kiribati KIR 468 0.7 0.26 58 59 174 129 
Maldives MDV 1806 33.4 0.98 47 54 806 57 
Malta MLT 9245 119.7 4.48 53 87 5,228 35 
Marshall Islands MHL 1938 33.1 4.63 69 72 1,529 88 
Mauritius MUS 3779 67.2 1.41 56 74 1,351 87 
Micronesia, Fed.  FSM 2215 34.2 1.09 79 73 1,000 108 
Nauru NRU 2500 48.3 10.69 50 70 5,988 97 
Netherlands Antilles ANT 12149 151.1 30.92   NA 58 >20000 22 
Palau PLW 6179 90.5 11.70 59 54 3,420 80 
Papua New Guinea PNG 545 6.2 0.49 64 94 232 37 
Saint Kitts & Nevis KNA 6396 25.7 2.71 43 69 1,454 41 
St Lucia LCA 4994 21.5 1.31 72 79 1,237 41 
St Vincent & Grenadines VCT 1940 16.0 1.40 41 66 846 37 
Samoa WSM 1402 7.4 0.83 48 49 490 87 
Sao Tome & Principe STP 312 12.0 0.54 71 90 381 39 
Seychelles SYC 7850 24.1 2.39  NA  44 3,751 77 
Singapore SGP 20544 227.5 8.56 38 85 6,498 3 
Solomon Islands SLB 760 1.0 0.34 41 41 203 75 
Suriname SUR 1965 20.0 4.78 41 56 2,471 1 
Tonga TON 1284 31.6 1.21 59 54 778 103 
Trinidad & Tobago TTO 6817 35.8 16.82 21 40 545 15 
Tuvalu TUV 1342 109.6 0.50 73 74 200 82 
US Virgin Islands VIR 17200 50.4 94.41 59 60 >20000 46 
Vanuatu VUT 1085 6.7 0.30 84 82 226 62 
 
 
